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STATE, COUNTY, AND MUNICIPAL ROADS IN A 
BALANCED HIGHWAY SYSTEM 
W. P. Curlin, Deputy Commissioner of Highways 
The construction, maintenance, and operation of highways or roads 
and streets is one of the most extensive and expensive activities of 
present day government. It is a matter of interest and concern to local, 
state, and federal governments and to all citizens. 
Because of the great increase in traffic, the break-up of many of our 
highways due to hard use and lack of maintenance as a result of World 
War II, and the great rise in the price scale, the highway problem 
is acute. 
The fact is that we have never had an adequate highway system. 
The consh'uction and maintenance of highways was first a problem of 
local government, then of state and local governments, and in 1916, 
with the establishment of the Bmeau of Public Roads, the federal gov-
ernment began to participate with the states in the so-called primary 
highway system. Since then, we have greatly expanded our road sys-
tem , but it has never kept pace with the rapid acceleration of highway 
transport. 
The Kentucky Highway Department, witl1 the aid of the Citizens 
Committee for Long Range Planning, estimates that 46,778 miles of 
the highways and roads of Kentucky will not accommodate safely tlrn 
present and expected future traffic. To reconstruct these deficient high-
ways at present prices will require the expenditure of $575,674,346.00. 
The extent and cost of these needed and beneficial highway im-
provements are tabulated as follows: 
On Interstate System: 
Rmal 
Urban 
On Federal Aid Primary System: 
Rural 
Urban 
On Federal Aid Secondary System : 
Miles 
578.80 
69.55 
2240.77 
34.32 
Rural 3181.27 
On State Projects not Federal Aid: 
Rural 
Urban 
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151.11 
2.57 
Cost 
$ 98,529,282.00 
79,913,001.00 
122, 059 ,500. 00 
6,651,000.00 
97,805,500.00 
2,890,000.00 
211,000.00 
Integrated system of county roads in-
cluding all school bus and ruroal mail 
routes not on state or Federal A.id 
systems: 22,314. 70 
Other county roads ( land service) : 18,205.30 
69,555,757.00 
98,060,306.00 
We are spending about $14,000,000.00 each year for the mainte-
nance of our present highway system outside the corporate lin1its of 
cities and towns. Additional funds are being spent in the maintenance 
of city and village streets over which highway traffic is routed. This 
amounts to a total maintenance cost of over 17 ,000,000.00 annually. 
As the funds available for all highway purposes are approximately 
$55,000,000.00 yearly we can readily see that when our fixed main-
tenance costs are deducted there remains but $38,000,000.00 for all 
other purposes. 
The question naturally follows - what type of highway should have 
priority in a limited construction program? Should we concentrate 
primarily on the 20 % of total vehicle mileage ( the primary system) 
which carries 90 % of the motor vehicle traffic, or should we expand 
further ~he secondary system? We cannot ignore the fact that the 
entire economy of our people will be substantially affected if we 
should lose the $228,000,000.0.0 annual tourist business which we are 
now enjoying. We must provide reasonably safe highways tlu·oughout 
Kentucky to join together the industrial and commercial centers, also 
to guide the motorist to the magnificient recreational spots and peace-
ful countrysides that are so abundant throughout our state. By increas-
ing tl1e vacation travel usage of our road system we will increase the 
revenue from gas tax, thus affording more funds for road improvement. 
This tourist business, while imposing in itself and vital to our 
economy, is only a part of the total highway use. A study of the 
percentage of farm products and other commodities hauled by trucks 
to and from markets reveals the dependence that some of the other 
portions of our economy place in motor transport. 
_ Of a list of important commodities - for example, live-stock, to-
bacco, dairy products, sand and gravel, crushed stone, timber, house 
hold goods, fruits and vegetables - more than 50 per cent of 25 of the 
items are t~ansported to market over the highways. Actually, almost 
all commodities are transported partially by motor b:uck. It is readily 
seen how a saving of even a few cents in transportation cost, brought 
about by an improvement in roads and highways, affects each person 
in the state. The cost of living is very definitely affected by the cost 
of highway transportation. 
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During the 1948 session of our state legislature an increase in the 
gasoline tax of two cents per gallon was enacted. Governor Clements 
proposed this legislation, since he knew we could not begin to meet 
the demand for roads without increased revenue. This increase was 
fought by some who believed that gasoline taxes have added much to 
the cost of motor fuels. It is interesting to note, however, that in 1945 
the average filling station price of gasoline (not including tax) was 
14.6 cents throughout the nation. In 1948, this price was 20.3 cents - a 
net increase in cost of 5.7 cents. In these same years, the national aver-
age of federal and state taxes on gasoline increased from 6.6 cents 
to 6.9 cents per gallon - an increase of .3 of one cent. It is unfortunate 
but true that many of our citizens spend part of their time agitating for 
more and better highways, and the rest of their time opposing the taxes 
with which improvements might be made. 
Traffic volumes and the selection of locations for highways to 
provide for traffic economically form the basis of all highway planning 
and design. With this established procedure our problem becomes 
that of selecting for improvement from our state and federal system 
those sections which should be rebuilt to afford the sight distance, 
curvature, grades, line, widths, rail crossings, and bridge capacity up 
to b·affic requirements. The same procedure must be followed in select-
ing roads from the county systems which are to be improved; i.e., those 
roads which form connections with the established highway system 
and will carry the most traffic when impr0ved must be given first 
consideration. 
During the past several years our engineers have been particularly 
concerned with the pressing problem of traffic in the urban areas of 
the state. The development of the rural highways ( those outside cities 
or towns) has reached the point where large num hers of them are able 
to carry traffic with relative ease to urban centers. Within urban 
centers, however, the main arteries have not kept up with such develop-
ments, and instead of a smooth fl.ow of traffic within the population 
centers, confusion, delays, and chaos take over. In order to aid in the 
solution of these problems, our engineering staff has completed or laid 
plans for several urban b·affic studies. As fast as plans can be com-
pleted and right-of-way secured, the most needed sections will be let 
to contract as Federal Aid urban funds become available. 
In the meanwhile, our traffic engineering division is constantly 
making studies of traffic patterns in the cities and towns. By such 
studies they are able to determine the necessity for the installation or 
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removal of traffic signals, the erection of standard traffic signs and the 
placement of pavement markings which all aid the flow of traffic. 
Though the cooperation and advice of various public spirited 
citizens and officials of both cities and counties, we have so far been 
able to follow a fairly well balanced highway program in Kentucky. 
Despite the terri£c demand for reconstruction of the main highway 
system and its urban extensions, the rural areas have not been 
11eglected. 
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